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This chapter contains 
abnormal checki is~s a 
included is a description of aircraft 

procedures, it is not possible to develop a 
procedure for all conceivable situations, 
especially those involving multiple failures. 
In certain situations, especially those 
involving multiple failures, crews may have 
to combine elements of more than one  
procedure and/or exercise judgmeni to 
determine the safest  course of action. 
The  Quick Reference Handbook  RH) is 
designed to be used when conditions 
require prompt action. It contains selected 
emergency and abnormal checklists which 
are available for rapid recovery and  
reference by the crew. The  checklists 
contained in the QRH, along with all other 
checklists, 
chapter of 
beginning 
details the location of each  checklist. 
Assuming the QRH contains the 

ist, crewmembers are 
o use  it or this chapter in the 
stabi~izing a given 
/abnormal situation. So 
notes and explanations 

used first, it is r€commended that, time 
and conditions permi~ing ,  Second Officers 
refer to this chapter to ensure E$ 
additiQnal, s u p p l e m e n t a ~ ,  or clean-up 
actions have been completed. 

chapter are not include 

T 

Any c r e w m e m b e ~  detecting an  emergency 
or a b R o r ~ a ~  condi~ion shall immediate~y 
identify and verbally communicate the 
condition to the other crewmembers. 
Crewmembers will reseUsilence any 
master warning tight or aural wa~ning  as 
soon as the cause  of the warning is 
determined. Silencing/rese~ing of 
warnings is a normal crew action a 
not listed in any procedure. 
C ~ e w ~ e m b e ~ s  should check circuit 
breakers and test  lights when appfopria~e. 
Checking circuit breakers and testing 
lights is normal crew action and is not 
listed in any procedure, unless there is a 
specific re~uirement .  
A tripped circuit breaker may be reset  
once,  at the Captain's discretion, after a 
two minute cooling period. If the circuit 
breaker trips again, do not attempt 
another reset. 
The first priority is always to fly the 
airplane and main~ain control. After 
the crew must analyze the situation, 
prioritize actions, and  decide on a n  
appropriate checklist(s) to stabilize the 
emergency or a b n o f ~ a ~  situation. in 
genera!, the first course of action is to 
address the a~rplane's abili~y to f l y  t 
the  execution of a n  emergency che  
Once  that action is ~ o m p i e t e ,  the crew 

priority is to ensure the airpJane is ready 
for a safe recovery through use  of a 
normal check~ist. Therefore, for planning 
purposes,  checklists should b e  
accomplished in the folfowjng order of 
priority: 
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Certain checklists contain “Entry Points.“ 
All entry points, notes, warnings, and 

situations crew actions will differ b a s e  
upon warning lights and instrument 
indications. Primary Entry Points are in a!! 
caps,  bold, and  underlined print. Once a 
non-indented entry point is used, all entry 
points, notes,  cautions, and warnings that 
are indented below that  prima^ entry 
point apply to that specific entry. For 
example, in the BUS POWER FAIL LIGHT 
ILLUMINATED checklist, after checking 
the voltage, frequency, and load, the 
Second Officer will continue the checklist 

If further conditional evaluation is required 
after entry point items are executed, then 
additional entry points will be indented 
from the  prima^ entry point. 

nomenclature: 

Lowercase  

e end of a checki is~ procedure is 
annotated as “E CE 
Upon reaching this annotation a t  the cS6 
of a checklist, the crewmember reading 
the checklist announces I&.-____ 

checklist complete.” 
S o m e  abnormal checklists have the 

FA i 

Successful handling of emergencies is 
largely dependent  on proper cockpit 
resource m a n a g e ~ e n t  under the 
leadership of the Captain. The  Captain 
must provide clear direction during any 
emergency or abnormal situation. 
When a n  emergency or abnormal 
condition is identified, the Pilot Flying (PF) 
initially determines the exact nature of the 
problem a n d  calls for a specific 
emergency or abnormal checklist. In the 
event the First Officer is P F  when a 
malfunction occurs, decisions regarding 
which checklist to accomplish, and the 
designation of PF and PM, are always 
subject to final determination by the 
Captain. As ~ilot-in-Command the 
Captain h a s  ultimate responsibility, and  
authority, with regard to the operation and 
safety of the  aircraft and crew. 
The overriding matter of importance a t  all 
times is very basic: SOMEONE MUST 
FLY THE AIRCRAFT. The  P F  devotes his 
entire awareness  to the control and 
navigation of the airplane with regard to 
terrain, weather, air traffic control and 
aircraft configuration. 
usual cockpit duties, as well as 
ail checklist items are 
Certain controls in the cockpit: are 
considered Critical Ite 

T h r o ~ l e s  

* CSD Disconnect S w i t c ~ e s  

n shall ensure the Secon 

i l l  
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a n  emergency c h e c k ~ i s ~  that must b e  
accomplished by 
delay. These  items are high~ighted in the 

st by a box. These  s teps  are 
plished by the crew in a Cha 
nse,  Response format. The 

fully recites each  step,  Challenge a 
Response.  The c r e w m e m b e ~  p e ~ o r m i n  
the action then repeats the Response,  
after completing the action. Each s t e  
shall b e  completed prior to reciting th 
next step.  
l ~ m e d i a t e  action s teps  that include 
actuation of Critical Items are 
accomplished in the following manner: 
The  PM recites the Challenge and 
Response.  If the item is a Throttle or Fuel 
Shutoff Lever, the PM actuates the item. I f  
the item is a Fire Handle or CSD 
Disconnect, the Second Officer actuates  
the item. In either case, the c ~ e w m e m b e r  
performing the action must receive 
confirmation from the other crewmembeg 

to ensure the item is associated with the 

checklist items follows: 

* 
“THRQ-TTLE #3, IDLE.” P 
places his hand on the #3 T h r o ~ l e .  
Second Officer 
CQ~FIRMED.” 
throttle to idle a 

checklist. They are accomplished u~ilizing 
the Challenge, Response,  Response 
fogmat. The  Second Officer fully recites 
each  step,  Challenge and  Response.  The 
crewmember p e ~ o r m i n g  the action then 
repeats the Response,  after completing 
the action. Each s tep is completed prior to 
reciting the next step. S teps  involving the 
actua~ion of Critical Items are 
a c c o ~ p l i s h e d  as described above. 

All Abnormal Procedures are reference 
action and  are accomplished utif;z~ng the 
checklist. The Second Officer will fully 
recite each  s tep,  Challenge and 
Response.  T h e  crewmember p e ~ o r m i n g  
the action then repeats the Response,  
after completing the action. Each s tep is 
completed prior to reciting the next step. 
S teps  invotving the actuation of Critical 
items are accomplished as described 
above. 

ormal procedures incor 
bnormal or ~ m e r g e n c y  

read and a c c o ~ p l i s ~ e d  as 

the challenge and  the appropriate 

action will respond. 

S o m e  checklists have ~ntermediate points 
identif~ed by a dashed line. The checklist 
is completed to the dashed line, then 
f~nished at the appropriate time. 

T 



 hen formulating a course of action 
during a n  e m e ~ g e n c y  situation, there is no 
substitute for good judgement and a 
i h o r o ~ g h  analysis of all conditions and 
variables. Because of the complexi~y of 
these variables, it is not possible to list 
them all in this document. However, these 
three s teps ,  in the order of priority listed, 
will genera~ly apply to ali emergency 
situations: 

e Analyze the si~uation and take p?oper 
action. 

e Land as soon  as practicable. 

In instances involving flight control 
malfunctions or other abnormalities 
whereby the pilot's ability to control the 
aircraft in full   an ding confi~uration down 
to VREF is questionable, crews should 
p e ~ o r ~  a ~ o n t r o ! l a b i l i ~ ~  Check. 
Addi~iona!ly, during the course of the 

ency, the Captain will coordinate 
e dispatcher and advise ATC of the 

Slow toward "REF 

Use normal s p e e d s  for the approach 
and  landing i f  the aircraft is fully 
c o ~ ~ r o f ~ ~ b l e  all the way to "RE=. 

In the course of slowing to \/RE=, if  the 
aircraft begins to exhibit unstable 
tendencies, then the airspeed at which 
these  tendencies occur must b e  used 
as the minimum controllable airspeed 
for the approach a n d  landing. 

If airspeed higher than VREF is 
determined to be the minimum 
controllable airspeed, evaluate 
whether runway length and condition 
are adequate  for a safe landing. 

DC-8 maximum landing weights listed in 
Chapter 1, Limitations, will not be 
exceeded unless imminent loss of 
l i f e / a i r c ~ a ~  dictates otherwise. When in 
the best  judgement of the  Captain, the 
risks associated with a n  airborne 
emergency far outweigh those c a u s e  
a n  o v e ~ e i g h t  landing, it may be mor 
prudent to land the aircraft overweight. 
Examples of such situations include, 

not limited to, aircra 
es in the cockpit, or severe 
siological trauma. Should the Ga  
ide that, due  to the nature of the 

emergency situation, a n  overweight 
f a n d i ~ g  is preferable to staying a i ~ b o ~ ~ e  to 
dump/burn off fuel, the fol~owing 
guidelines will be followed: 

-Declare a n  emergency as a p p ~ o ~ ~ i a ~ e .  

Contact Flight Control, as soon as 
possible, by radio. 

Land on the longest avai~able  ?unway. 

FACTUAL T 
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. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

. . . . . . . . . . . . . . . . . . . . .  G 

Switch by forward entry door. 

EXT POWER SWITCH . . . . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

Only Cabin Bus 4 is powered by external power. 

re 

ADF . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

C f B  (3) (RADIO BUS 1, 2, 3) . . . . . . . . . . . . . . . . . . . . . . .  

VHF NAV (VOR) CiB (2) (RADIO BUS 2 , 3 )  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  PULL 

E 61B (2) (RADIO BUS 2: 3) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  PULL 

s . . . . . . . . . . . . . . . . . . . .  PULL 

E 

(b)one of the packs (conditions the bleed air and routes it to the cockpit), or (c) the air 
conditioning dudng. Specifically, a bad engine seal may allow oil smoke into the bleed 
air supply from the engine, a faulty pack bearing may introduce smoke into the ducting, or 
the air cond~tioning ducting itself may overheat and produce smoke. in any of these 
cases, this procedure attempts to identify the offending pack or engine and either turn it 
off or cut-off its bleed air output. After turning off a pack, wait a p p r o x i ~ a ~ e l ~  30 
seconds to see j i  the smoke clears. Throughout this procedure, adjust flow on t 
operative pack as needed to maintain air conditioningipressurizalion. 

e source o 
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The left side is the faulty side. Leave Left Pack off See Cautions and  Notes a t  the 
end of this checklist Make operational adjustments to cruise altitude and/or operable 
pack flow as necessar;. Determine if t he  o n e  operational pack can  maintain air 
conditioning/pressurization. 

. . . . . . . . . . . . . . .  

REFER TO 

LEFT PACK . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  ON 

RIGHT PACK . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

0 The  right side is the faulty side. Leave Right Pack off. See Cautions and  
Notes at the end of this checklist. M a k e  operational adjustments to cruise 
altitude andior operable pack flow as necessary Determine if the o n e  
operational pack can maintain air condi?ioning/pressurization. 

. . . . . . . . . . . . . . .  NO FURTHER ACTIO 

. . . . . . . . . . . .  

Use this procedure when the faulty pack/side as been identified, but the second pack is 
required in order to maintain a r  c~nditioning/pressurizatio~. This procedure attempts to 
i d ~ n t ~ f y  whether the problem is the pack itself, a faulty engine bearingbit sea!, or faulty air 

two-pack operation is not 
to j ~ ~ ~ ~ i f y  the engine a n d  
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OUTBOARD BLEED . . . . . . . . . . . . . . .  

INBOARD BLEED AIR . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

e clears: 

I ~ B ~ A R D  BLEED . . . . . . . . . . . . . . . .  LE 

a k e  operational a d j u s t ~ e n ~ s  to cruise altitude and/or pack flows 
as required. See Cautions a n d  Notes a t  the e n d  of this checklist. 
NO FURTHER ACTION REQUIRED. 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

Two-pack operation is not possible. Make operational a d j u s ~ ~ e n t s  
ise altitude andfor pack flows as required. See Cautions and 
a t  the end of this checklist. NO FURTHER ACTION 

OFF 
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Whenever smoke and/or fumes are detected in the aircraft, all crewmembers will don 
oxygen masks, and ensure the oxygen selector is set to 100%. This must be done as 
soon as possible to prevent being overcome by toxic smoke and/or fumes. Smoke 
goggles are required to prevent eye irritation or damage from smoke and/or fumes. 

s/Couriers don oxygen masks and goggles as appropriate. 
Before starting this checklist, check all cockpit indications to ensure that the fire is indeed 
electrical in nature (or unknown), and not related to another source such as cargo fire, 
packs, etc. If so, refer to the appropriate checklist. items to check include, but are not 
limited to, the following: 

* CARGO SMOKE lights 

* LOWER CARGO FIRE light 

* Cockpit air conditioning outlets 

Thoroughly scan ai! electrical indications in an attempt to note a n y  obvious signs of an 
electrical anomaly (e.g., high load meter reading). 
When performing this procedure, pause between each step to determine if the fault is 
isolated. Observe changes in smoke or electricai toad indications to determine 
location of faulty circuits. Once fault is determined, do not perform remaining s 
the smoke is e t ~ m i n ~ ~ ~ d .  

In the course of r u n n i ~ ~  this checklist, it is highly likely that all VHF communications 
will be lost. Therefore, notify ATC immedia~ely and request clearance in the event 
co~munications cannot be restored. 
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EEC SWITCHE~ (0 E) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

This step removes power from the normal AC busses, but leaves power on 
emergency busses. If able to determine faulty circuit, restore unaffected EEC 
switches to ON. Leave effected EEC OFF and consult circuit breaker pane1lChapter 5 
of the 06-8 Systems Manual to determine degraded systems and to make 
operational adjustments. 
If EEG switches til, #2 and #3 are placed to OFF, all ATC GO 

DC ISOLATE SWITCH . . . . . . . . . . . . . . . . . .  ISOLATE . . . . .  

AC ISOLATE S ~ I ~ C H . .  . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  ISOLATE 

GENERATOR CONTROL SWITCH 113 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

GENERATOR CONTROL SWITCH #3.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  ON 

GENERATOR CONTROL SWITCH # 4 . .  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

G E N E ~ A ~ O ~  CONTROL S ~ ~ T 6 ~  # 4 . .  . . . . . . . . . . . . . . . . .  0 

~ A ~ E R Y S ~ ~ T C ~  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  



: Circuits not checked during previous procedures: 

* GENERATOR CONTROL (PMG) 

SA! BATTERY CIRCUITS 

0 INS 

TRANSFORMER RECTIFIER #1 AND #4 C/BS 
(Three each on Respective AC Bus) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  PULL 

TRANSFORMER RECTIFIER #1 AN5 #4 C/Bs 
(Three each on Respective AC Bus) . . . . . . .  RESET 

GENERATOR CONTROL SWITCH # I  . . . .  

GENERATOR CONTROL SWITCH # I  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

. . .  

ITCH #4 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

ITCH #4 . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  0 

if problem persists, further isolation of busses c uiiin e 
AG and DC circuit breakers in the ~o~lowing seq 

. . . . . . . . . .  PULL 

. . . . . . . . . . . . . . . . .  RESET 

Y BUS DIRECT 

GE 
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~ h e n e v ~ r  smoke or fumes are detected in the aircraft, ail crewmembers wili don oxygen 
masks (with oxygen selector at 100%) and smoke goggies. This must be done as soon 
as possible to prevent being overcome by toxic fumes or smoke. Smoke goggles are 
required to prevent eye irritation or damage from smoke or fumes. Ensure ali 

t(s) - Smoke and/or fire in any of the lower cargo 
compa~men~s is indicated by the following visual warnings in the cockpit: 

o The “Lower Cargo Fire” warning light on the FIE panel illuminates. 

aster ~ a r n i n g ’ ~  light on the F/O glareshield i l lumin~~es. 

n The “Lower Cargo Fire” warning light on the CDU ~lluminates. 

n The CDU alphanumeric display indicates location of the smoke/fire: 

e AFT D - Belly 34 

- Smoke and/or fire in the main cargo cornpart 
he Cargo Smoke light(s) on the Second Offices 

panel, 

PACKS . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  1 OFF, 1 0 FLO 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

U ~ E ~ ~ E A D  IFF USE^ VALVES . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OPE 

. . . . . . . . . . . . .  CLOSE UTOFF VALVE . . . . . . . . . . . . . . . . . . . . .  

. . . . . . . . . . . . . . . . . . . .  CLOSED 

. . . . . . . . . . . . . . . . . . . . . . . .  OFF 

I L V  SET 0.5 PSI 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  
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I 1  I ,  

CABIN ALTITUDE . . . . . . . . . . . . . . . . . . . . . . . . .  20,000 FEET & TA I 

ove 2 Feet e: 

RADAR & AUTOPILOT . . . . . . . . .  . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

ve 3 eet e: 

TRANSPONDER . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF/STBY 

DME . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  STBY 

If an over water flight. caiculate oxygen avaiiable at 0.5 psi differential pressure 
versus altitude (refer to AOM 5.2). It may be necessary to change aircraft altitude 
to adjust for available oxygen. Use of Long Range Cruise may be required. 
When use of oxygen is required, the absence of smoke and fumes in the flight 
c o ~ p a r t m e n ~  should be considered sufficient justification to place the oxygen 
selector toggle switches in "Normal Oxygen" to extend usable oxygen time. 

T 



All aircraft occupants don oxygen masks,  regulator selector levers set to 100% and 

PACKS . . . . . . . . . . . . . . . . . . .  . . . . . . . . . . .  

To provide ~ a x ~ m u m  airflow through the aircraft to reduce the concentra~ion of fumes. 

. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

To prevent fumes being introduced into air distribution ducts  and  contamina~ing flow of 
fresh pack air. 

COCKPIT DOOR AND LOUVERS . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  CLOSED 

To create a barrier between flight station and cargo c o m p a ~ m e n t .  A i ~ l o w  will move 
toward tail of aircraft, reducing fumes in cockpit. 

ALL COCKPIT AIR OUTLETS . . . . . .  . . .  . . . . . . . . . . . . . . . . . . . .  FULL OPE 

rovide  maxim^^ airflow through cockpit. 

DESCEND TO 10,000’ OR A1F HIGHER . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  I 

egin to reduce cabi ~ e r e n ~ i a i  pressure 

C ALTITUDE . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

~ a n u a i i y  maintain cabin altitude ai existing altitude to reduce cabin di 
pressure.  Increasing cabin d ~ ~ e r e n ~ i a l  will reduce airflow through aircraft and may 
increase fume concen~rat;on. Higher cabin a l t ~ ~ u d e  may increase evapo~at ion or 
aggravate leakage of substance causing fumes. 

. . . . . . . . . . . . . . . . . . . . .  LOCKED OPE 

To provide ~ a x i m u ~  airflow through aircraft. 
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~ u r i n g  an unplanned (not briefed) evacuation, such as an incident during taxi, rejected 
takeoff or landing, time is not available for cockpit preparation. If an incident occurs that 
requires an immediate, unplanned evacuation, the Captain stops the aircraft and calls for 
the EMERGENCY EVACUATION checklist. 

__ 
First Officer notify the tower, or appropriate ATC facility, the crew IS evacuating the 
aircraft Advise of the nature of the emergency if time permits. 

Captain set the brakes. 

First Officer select all fuel shutoff levers to the OFF position. 

Second Officer actuate all Fire Handles full forward Discharge ai! fire agent bottles, 
( I  and 4 aft, 2 and 3 forward), if required If in doubt as to aircraft condition (fire, etc ), 
discharge fire agent bottles if the cause of the emergency evacuation is clearly not 
engine-related, then there is no need to discharge the bottles Fire Handles should 
not be actuated until &g First Officer notifies ToweriATC of the evacuation Second 
Offrcer turns Battery Switch OFF after fire bottles are disc arged (if applicable) 

All crewmembers and evacuate ~hrough the cockpit w~ndow exits or forward 
cabin door. Captain w mine and announce location outside aircraft where 
crewmernbers and AC to meet after evacuation. Captain, or next senior 
crewmember will determine i f  everyone has safely evacuated the aircraft, and report 

rgency personnel when able. 
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A planned (briefed) emergency landing d o e s  not have the critical time element that exists 
during a n  unexpected emergency. When there is time to plan for a n  emergency landing, 
the crew should accomplish the following: 

0 Establish radio contact with ATC, report nature of emergency, intentions, fuel 
remaining (hours/minutes), number of people onboard and  any  assistance required. 

Brief all ACM/Couriers on evacuation procedures, including primary and secondary 
exists. 

All adjustable cockpit s e a t s  locked facing forward. 

Captain announced “BRACE” approximately 30 seconds  prior to t o u c h ~ o w n  - order 
ail ACM/Couriers to “STAY DOWN.” 

6 

6 

ATC, DISPATCH, AND ACMiCOURlERS . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  ADVISE 

. . . . . . . . . . . . . .  SPONDER . . . .  

EXCESS FUEL . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  

LOOSE ARTICLES . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  SECURE 

PACKS (BELOW 10,000 FEET) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  OFF 

PRESSURE CONTROL LEVE 

COCKPIT DOOR . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  LOCKED OPE 

. . . . . . . .  
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approach profile 

checking PF and PM INSTRU~ENTS 
instruments in agreement CROSSCHECKED, 
with no warning flags in 

* Sink rate in excess of 7 000 FP 

Whenever ALTS 
annunctatior: changes from 
while to areen 

E 

T 



Set clearance altitudes in the altitude 
selector when clearances are received 
PM: 

Acknowledge ATC assigned altitude. 

Set assigned altitude in altitude 
alerteriselector. 

- 
P i :  

Announce aloud the new ATC 
assigned altitude. 

DO NOT depart present altitude until 
new assigned altitude is set and 
verified. 

= 

Set Automatic Cabin Pressure Controller 
to ZOO feet above destination airport field 
elevation. 

P P R O A C ~  BRIEF 

Thorough planning and briefing is the key 
to a safe and professional approach. 
Prior to any approach the PF briefs the 
crew. The brief is normally conducted 
after the Second Officer monitors ATlS 
and completes the Landing Data Card. 
The brief should be conducted as early as 
possible to allow sufficient time to review 
all relevant information. 
The approach brief should include a 
review of any specific conditions or 
procedures which need to be emphasized 
to ensure a safe and well organized 
approach and landing. The briefing 
should also include the planned runway 
turnoff point and initial taxi route expected 
Review information on the Landing Data ~ 

Card. The Captain and First Office? 
should agree on the appropriate inner bug 
se'iting based on ATlS or reported airport 
wind. Ensure all crewmembers 
understand how, when and where the 
approach radios and navaids are to be 
tuned, identified and set. Autopilot and 
flight director procedures should be 
reviewed, if appropriate. 
The minimum required content of a UPS 
standard approach brief is located in the 
FOM, Chapter 3.  

All instrument approaches have certain 
basics in common. These are good 
descent planning, careful review of the 
approach procedure, accurate flying and 
good crew coordination. 
Complete the approach preparations and 
brief prior to arrival in the terminal area. 
Both pilots will have the instrument 
approach chart available. The approach 
brief should include instructions on when 
to switch from terminal navigation to 
approach navaids. Tune and identify the 
navigation radios as soon as practical. Do 
not completely abandon enroute 
navigation procedures, even when ATC is 
providing radar vectors to the initial or final 
approach fix. 
The INS is authorized for use in the 
terminal area. Crews will ensure that INS 
update functions are enabled and that an 
update is accomplished (green update 
light ON) within approximately five minutes 
of entry into the terminal area. The 
VORiDME Tuning Select knob may be in 
AUTO in the terminal area until a vector to 
intercept the final approach course is 
received. The PM will continuously 
monitor raw data and notify the PF if a 
discrepancy exists. If this occurs, or if INS 
accuracyireliability becomes suspect at 
any time, the P i  will revert to raw data 
navigation immediately. Use of INS as the 
primary means of navigation in the 
terminal area is authorized only when 
deared to points within the INS database. 
Crews will not spend excessive time 
"heads down" in the terminal area 
programming coordinates of points not in 
the INS database. Regardless of the 
means of navigation in the terminal area, 
the approach and landing phases of the 
flight must be flown with VOR/LOC as 
CRS ACT, NAV, APCH, or HDG selected 
on the Mode Select Panel, and the 
VORiDME Tuning Select knob in 
MANUAL. 
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System Requires 
~ a i n ~ ~ n a n c e / O K  

After opening the cargo door, the Second 
Officer returns to his station and the crew 
completes procedures as outlined in 

rmal Procedures, 

The supplemental cockpit climate control 
system is used to maintain a desired 
cockpit temperature during ground 
operations. ?he system should be used 
instead of the aircraft packs for ground 
heating or cooling. The fan only (FAN LO 
or FAN HI) can be used on the ground or 
infight. 
For any suspected malfunction, turn the 
system OFF. 

This system provides the crew a visual 
indication of a fire in any lower cargo 
c ~ ~ ? a r t m e n ~ .  The system consists of 19 
Smoke Detector Units located in the 
ceilings of the lower cargo compa~ments, 
a Control Display Unit (CDU) in the cockpit 
to the right of the FIE statio 
Control Unit (CCU) in the a 
compa~ment, and a Lower 
warning light on the F/E panel. 
The CDU includes annunciator lights and -’ 
controls which provide system status and 
fire alarm infQrmati~n. 

Chapter 3 for Check 

Use this table to determine crew actions 
required by i{luminat;on of various CDU 
annunciator lights: 

”SYS OK” Not 

UPS is authorized to operate DC-8 aircraft 
for Category 1 1  approaches down to 
published minimums of 100 feet HA? wit 
an RVR of 1200 feet. 
The Decision Height (DH) for a Category I i  
approach is normally based on Radio 
Al~itude (RA). When the radio altimeter is 
used to determine minimums, the 
published RA is set in the D 
the lower right corner of the 
barometric altimeter reference bug is set 
at ihe Decision Altitude Equ 
for reference only. 
Some Category I! approaches have 
minimums which state “RA NOT 
AUTHORIZED.” For these approaches 0 
(zero) is set in the radio altirne 
window. Determination of min r 
these approaches depends on 
authorized. For an approach with 

metric altimeter reference 

FACTUAL REPORT 


